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(57) ABSTRACT

A vehicle control system includes: an engine; a power trans-
mission device that transmits power from the engine to drive
wheel; a mechanical pump that supplies oil for operating the
power transmission device to the power transmission device
by driving of the engine; and an electric pump that supplies
the oil to the power transmission device by driving of'a motor.
The vehicle control system is capable of executing stopped
economy running control for stopping the engine when a
vehicle is stopped, and travel economy running control for
stopping the engine while the vehicle is traveling. During the
execution of the stopped economy running control, learning
control is executed whereby a control value for controlling
the oil pressure is updated such that the actual oil pressure
generated by the electric pump is converged to a target value.
During the execution of the travel economy running control
the learning control is prohibited.

6 Claims, 7 Drawing Sheets
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VEHICLE CONTROL SYSTEM

CROSS-REFERENCE TO RELATED
APPLICATIONS

This is a national phase application based on the PCT
International Patent Application No. PCT/JP2011/073848
filed on Oct. 17, 2011, the entire contents of which are incor-
porated herein by reference.

TECHNICAL FIELD

The present invention relates to a vehicle control system.

BACKGROUND ART

Vehicles that can execute control for automatically stop-
ping an engine when a vehicle is stopped, that is, so-called
stopped economy running control have conventionally been
known. Such a vehicle includes an electric pump for supply-
ing oil to a power transmission device that transmits power
between the engine and drive wheels during execution of
stopped economy running. Then, as described in Patent
Document 1, for example, a technique has been known that
executes learning control for updating characteristics
between a motor duty value of the electric pump and output
oil pressure of the electric pump in a state that the engine is
stopped and the electric pump is driven.

Similarly, a technique has also been known that learns
characteristics of the electric pump either in a predetermined
interval of the stopped economy running control (Patent
Document 2) or when the vehicle is resumed from the stopped
economy running (Patent Document 3) in order to enhance a
learning effect. Furthermore, a technique has been known that
prohibits the stopped economy running control until leaning
of a control value of the engine is completed in order to
maintain a favorable operating state (Patent Document 4).

PRIOR ART DOCUMENTS
Patent Documents

Patent Document 1: Japanese Patent Application Publica-
tion No. 2006-170399 (JP 2006-170399 A)

Patent Document 2: Japanese Patent Application Publica-
tion No. 2006-138426 (JP 2006-138426 A)

Patent Document 3: Japanese Patent Application Publica-
tion No. 2002-372135 (JP 2002-372135 A)

Patent Document 4: Japanese Patent Application Publica-
tion No. 11-107834 (JP 11-107834 A)

SUMMARY OF THE INVENTION
Problem to be Solved by the Invention

However, in a case where travel economy running control
for stopping the engine during traveling (deceleration) is
executed in addition to the stopped economy running control
for stopping the engine when the vehicle is stopped, as dis-
closed in Patent Document 1, if the learning control of the
electric pump is executed in a state that the electric pump is
driven, the learning control is executed during execution of
the travel economy naming control. During the travel
economy running control, oil pressure is likely to be changed
by a gear shifting operation associated with traveling of the
vehicle or by centrifugal oil pressure, and thus erroneous
learning may occur.
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In addition, although it is described in Patent Documents 2,
3 that a learning period is set during the stopped economy
running control, the travel economy running control is not
considered.

The present invention has been made in view of the above
and therefore has an object to provide a vehicle control sys-
tem that can prevent erroneous learning of characteristics of
an electric pump for supplying oil pressure during engine stop
in a vehicle that includes the electric pump.

Means for Solving the Problem

In order to solve the above problem, a vehicle control
system according to the present invention can execute
stopped economy running control for stopping an engine
when a vehicle is stopped and travel economy running control
for stopping the engine during traveling of the vehicle, and
includes: an engine; a power transmission device that trans-
mits power from the engine to drive wheels; a mechanical
pump that supplies oil for operating the power transmission
device to the power transmission device by driving of the
engine; and an electric pump that supplies the oil to the power
transmission device by driving of a motor, in which learning
control for updating a control value for controlling oil pres-
sure is executed during execution of the stopped economy
running control such that actual oil pressure generated by the
electric pump converges to a target value and in which the
learning control is prohibited during execution of the travel
economy running control.

In the above vehicle control system, when the learning,
controlis uncompleted, it is preferred that the execution of the
travel economy running control be prohibited.

In the above vehicle control system, even when the learn-
ing control is uncompleted, it is preferred that the execution of
the travel economy running control be permitted in a case
where the oil pressure that is generated by the electric pump
during the execution of the stopped economy running control
is larger than the target value.

In the above vehicle control system, when a fuel consump-
tion amount for generating the oil pressure of the electric
pump is larger than a fuel consumption amount that is gener-
ated when the execution of the travel economy running con-
trol is prohibited, it is preferred that the execution of the travel
economy running control be prohibited.

In the above vehicle control system, when an execution
condition of the travel economy running control is satisfied
for the first time since the engine start, it is preferred that the
execution of the travel economy running control be prohib-
ited.

In the above vehicle control system, when the travel
economy running control is executed for the first time since
the engine start, it is preferred that the control value of the
electric pump be set such that the oil pressure generated by the
electric pump during the execution of the stopped economy
running control is at least larger than the target value.

Effect of the Invention

The vehicle control system according to the present inven-
tion can execute the learning only in a period that is in a
favorable condition for the learning control by prohibiting the
learning control during the execution of the travel economy
running control during which the oil pressure generated by
the electric pump tends to be unstable and by executing the
learning control during the execution of the stopped economy
running control during which the stability of the oil pressure
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can be secured, and thus produces an advantage of preventing
erroneous learning of characteristics of the electric pump.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a schematic view for showing a configuration of
avehicle in which a vehicle control system according to a first
embodiment of the present invention is installed;

FIG. 2 is a view for showing a schematic configuration of
an oil pressure control device shown in FIG. 1;

FIG. 3 is a flowchart for showing learning control process-
ing of an electric pump that is executed by the vehicle control
system according to the first embodiment of the present
invention;

FIG. 4 is a timing chart for showing one example of the
learning control of the electric pump according to the first
embodiment of the present invention;

FIG. 5 is a flowchart for showing the learning control
processing of the electric pump that is executed by the vehicle
control system according to a second embodiment of the
present invention;

FIG. 6 is a timing chart for showing one example of the
learning control of the electric pump according to the second
embodiment of the present invention; and

FIG. 7 is a flowchart for showing the learning control
processing of the electric pump that is executed by the vehicle
control system according to a third embodiment of the present
invention.

MODES FOR CARRYING OUT THE INVENTION

A description will hereinafter be made on embodiments of
a vehicle control system according to the present invention
with the drawings. It should be noted that the same or corre-
sponding components are denoted by the same reference
numerals in the drawings below and that a description thereof
is not repeated.

[First Embodiment]

A first embodiment of the present invention will be
described with reference to FIGS. 1to 4. FIG. 1 is a schematic
view for showing a configuration of a vehicle 2 in which the
vehicle control system according to the first embodiment of
the present invention is installed, FIG. 2 is a view for showing
a schematic configuration of an oil pressure control device 1
shown in FIG. 1, FIG. 3 is a flowchart for showing learning
control processing of an electric pump 33 that is executed by
the vehicle control system according to the first embodiment
of the present invention, and FIG. 4 is a timing chart for
showing one example of the learning control of the electric
pump 33 according to the first embodiment of the present
invention.

A description will first be made on the configuration of the
vehicle 2 in which the vehicle control system according to this
embodiment is installed with reference to FIG. 1. As shown in
FIG. 1, the vehicle 2 includes: an engine 3 as a power source
during traveling, drive wheels 4, a power transmission device
5, an oil pressure control device 1, and an electronic control
unit (ECU) 7.

The engine 3 is a traveling drive source (motor) for travel-
ing the vehicle 2 and consumes a fuel to generate power that
is applied to the drive wheels 4 of the vehicle 2. The combus-
tion of the fuel in the engine 3 leads to generation of mechani-
cal power (engine torque) by a crankshaft 8 as an engine
output shaft, and the mechanical power can be output from the
crankshaft 8 to the drive wheels 4.

The power transmission device 5 transmits the power from
the engine 3 to the drive wheels 4. The power transmission
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4

device 5 is provided in a middle of a power transmission
passage from the engine 3 to the drive wheels 4 and is oper-
ated by pressure of oil as a liquid medium (oil pressure).

More specifically, the power transmission device 5 is con-
figured by containing a torque converter 9, a forward/reverse
travel switching mechanism 10, a continuously variable
transmission mechanism 11, a deceleration mechanism 12, a
differential gear 13, and the like. In the power transmission
device 5, the crankshaft 8 of the engine 3 is connected to an
input shaft 14 of the continuously variable transmission
mechanism 11 via the torque converter 9, the forward/reverse
travel switching mechanism 10, and the like, and an output
shaft 15 of the continuously variable transmission mecha-
nism 11 is connected to the drive wheels 4 via the deceleration
mechanism 12, the differential gear 13, a drive shaft 16, and
the like.

The torque converter 9 is disposed between the engine 3
and the forward/reverse travel switching mechanism 10 and
can amplify (or maintain) torque of the power that is trans-
mitted from the engine 3 and transmit the torque to the for-
ward/reverse travel switching mechanism 10. The torque con-
verter 9 is configured to include a pump impeller 9a and a
turbine runner 94 that are rotatably disposed to face each
other, couple the pump impeller 9a to the crankshaft 8 for
integral rotation via a front cover 9¢, and connect the turbine
runner 94 to the forward/reverse travel switching mechanism
10. Because a viscous fluid such as hydraulic oil or the like
that is interposed between the pump impeller 9a and the
turbine runner 95 circulates and flows along with rotation of
the pump impeller 9a and the turbine runner 95, it is possible
to amplify and transmit the torque while allowing a differen-
tial motion between an input side and an output side.

The torque converter 9 further includes a lock-up clutch 94
that is provided between the turbine runner 96 and the front
cover 9¢ and is connected to the turbine runner 95 for integral
rotation therewith. The lock-up clutch 94 is operated by pres-
sure of the oil that is supplied from the oil pressure control
device 1, which will be described below, and is switched
between an engaged state with the front cover 9¢ (lock-up
ON) and a disengaged state (lock-up OFF). When the lock-up
clutch 94 is engaged with the front cover 9c¢, the front cover 9¢
(that is, the pump impeller 9a) is engaged with the turbine
runner 94, the relative rotation of the pump impeller 9a and
the turbine runner 95 is restricted, and the differential motion
between the input side and the output side is prohibited;
therefore, the torque converter 9 transmits the torque that is
transmitted from the engine 3 as is to the forward/reverse
travel switching mechanism 10.

The forward/reverse travel switching mechanism 10 can
change the power (rotational output) from the engine 3 and
also switch a rotational direction thereof. The forward/reverse
travel switching mechanism 10 is configured to include a
planetary gear mechanism 17, a forward/reverse travel
switching clutch (forward clutch) C1 as a frictional engage-
ment element, a forward/reverse travel switching brake (re-
verse brake) B1, and the like. The planetary gear mechanism
17 is a differential mechanism that is configured to include a
sun gear, a ring gear, a carrier, and the like as plural rotational
elements that can rotate differentially with each other. The
forward/reverse travel switching clutch C1 and the forward/
reverse travel switching brake B1 are engagement elements to
switch an operation state of the planetary gear mechanism 17,
can be configured by a frictional engagement mechanism or
the like such as a multiple disc clutch, for example, and a wet
multiple disc clutch of a hydraulic type is used herein.

The operation state of the forward/reverse travel switching
mechanism 10 is switched when the forward/reverse travel
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switching clutch C1 and the forward/reverse travel switching
brake B1 are operated by the pressure of the oil that is sup-
plied from the oil pressure control device 1, which will be
described later. When the forward/reverse travel switching
clutch C1 is in an engaged state (ON state) and the forward/
reverse travel switching brake B1 is in a disengaged state
(OFF state), the forward/reverse travel switching mechanism
10 transmits the power from the engine 3 to the input shaft 14
in a normal rotation (in a direction that the input shaft 14
rotates when the vehicle 2 travels forward). When the for-
ward/reverse travel switching clutch C1 is in the disengaged
state, and the forward/reverse travel switching brake B1 is in
the engaged state, the forward/reverse travel switching
mechanism 10 transmits the power from the engine 3 to the
input shaft 14 in a reverse rotation (in a direction that the input
shaft 14 rotates when the vehicle 2 travels backward). The
forward/reverse travel switching mechanism 10 brings both
the forward/reverse travel switching clutch C1 and the for-
ward/reverse travel switching brake B1 into the disengaged
state in a neutral condition. In this embodiment, a control
system that controls the engagement/disengagement of the
forward/reverse travel switching clutch C1 and the forward/
reverse travel switching brake B1 described above is collec-
tively referred to as a “C1 control system” 18.

The continuously variable transmission mechanism 11 is a
transmission that is provided between the forward/reverse
travel switching mechanism 10 and the drive wheels 4 in the
power transmission passage from the engine 3 to the drive
wheels 4 and that can change and output the power of the
engine 3. The continuously variable transmission mechanism
11 is operated by the pressure of the oil that is supplied from
the oil pressure control device 1, which will be described
later.

The continuously variable transmission mechanism 11
changes the rotational power (rotational output) that is trans-
mitted (input) from the engine 3 to the input shaft 14 at a
predetermined gear change ratio to transmit it to the output
shaft 15 as a transmission output shaft, and then transmits the
changed power from the output shaft 15 to the drive wheels 4.
More specifically, the continuously variable transmission
mechanism 11 is a belt-type continuously variable transmis-
sion (CVT) that is configured to include a primary pulley 20
connected to the input shaft (primary shaft) 14, a secondary
pulley 21 connected to the output shaft (secondary shaft) 15,
a belt 22 that runs between the primary pulley 20 and the
secondary pulley 21, and the like.

The primary pulley 20 is formed by coaxially disposing a
movable sheave 20a (primary sheave) that can move in an
axial direction of the primary shaft 14 and a fixed sheave 205
to face each other. Similarly, the secondary pulley 21 is
fowled by coaxially disposing a movable sheave 21a (second-
ary sheave) that can move in an axial direction of, the sec-
ondary shaft 15 and a fixed sheave 215 to face each other. The
belt 22 runs between V-shaped grooves that are formed
between the movable sheaves 20a, 21a and between the fixed
sheaves 205, 215.

Then, in the continuously variable transmission mecha-
nism 11, the primary pulley 20 and the secondary pulley 21
can independently control a force that the movable sheaves
20a, 21a clamp the belt 22 between the movable sheaves 20a,
21a and the fixed sheaves 205, 215 (belt clamping force)
according to the pressure (primary pressure, secondary pres-
sure) of the oil that is supplied from the oil pressure control
device 1, which will be described below, to a primary sheave
oil pressure chamber 23 of the primary pulley 20 and a sec-
ondary sheave oil pressure chamber 24 of the secondary pul-
ley 21. Accordingly, the primary pulley 20 and the secondary
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6

pulley 21 can independently change a V-shaped width and
adjust a rotation radius of the belt 22, and thus it is possible to
continuously change the gear change ratio that is a ratio of the
number of input revolutions (number of primary revolutions)
that corresponds to an input rotational speed of the primary
pulley 20 to the number of output shaft revolutions (number
of secondary revolutions) that corresponds to an output rota-
tional speed of the secondary pulley 21. In addition, because
the belt clamping force of the primary pulley 20 and the
secondary pulley 21 is adjusted, the power can be transmitted
in a torque capacity corresponding the force.

The deceleration mechanism 12 reduces the rotational
speed of the power from the continuously variable transmis-
sion mechanism 11 and then transmits the power to the dif-
ferential gear 13. The differential gear 13 transmits the power
from the deceleration mechanism 12 to each of the drive
wheels 4 via each of the drive shafts 16. The differential gear
13 cancels a difference in rotational speed between the drive
wheel 4 on a center side of turning during turning of the
vehicle 2, that is, on an inner side, and the drive wheel 4 on an
outer side.

The power transmission device 5 that is configured as
above can transmit the power generated by the engine 3 to the
drive wheels 4 via the torque converter 9, the forward/reverse
travel switching mechanism 10, the continuously variable
transmission mechanism 11, the deceleration mechanism 12,
the differential gear 13, and the like. As a result, the vehicle 2
generates a drive force [N] on a contact surface of the drive
wheel 4 with a road surface and thus can travel.

The oil pressure control device 1 operates the power trans-
mission device 5 that includes the lock-up clutch 94 of the
torque converter 9, the forward/reverse travel switching
clutch C1 and the forward/reverse travel switching brake B1
of the forward/reverse travel switching mechanism 10, the
primary sheave 20a and the secondary sheave 21a of the
continuously variable transmission mechanism 11, and the
like by the pressure of the oil as a fluid. The oil pressure
control device 1 includes various oil pressure control circuits
that are controlled by the ECU 7, for example. The oil pres-
sure control device 1 is configured to include plural oil pas-
sages, an oil reservoir, an oil pump, plural solenoid valves,
and the like and controls a flow rate of the oil or the oil
pressure that is supplied to each component of the power
transmission device 5 according to a signal from the ECU 7,
which will be described below. In addition, the oil pressure
control device 1 also functions as a lubrication oil supply
device that lubricates predetermined portions of the power
transmission device 5.

The ECU 7 controls driving of each component of the
vehicle 2. The ECU 7 is physically an electronic circuit hav-
ing a well-known microcomputer as a main component that
includes a central processing unit (CPU), a random access
memory (RAM), a read only memory (ROM) and an inter-
face. A function of the ECU 7 is realized when the CPU
executes an application program thatis saved in the ROM and
loaded by the RAM to operate various devices in the vehicle
2 under control of the CPU and when data is read out from the
RAM or the ROM or written in the RAM or the ROM. In this
embodiment, the ECU 7 controls the oil pressure control
device 1 described above to control each component of the
power transmission device 5 such as the torque converter 9,
the forward/reverse travel switching mechanism 10, the con-
tinuously variable transmission mechanism 11, or the like. It
should be noted that the ECU 7 is not limited to the above
function but also has various other functions used for various
types of control of the vehicle 2.
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The ECU 7 described above may be configured to include
plural ECUs such as an engine ECU for controlling the engine
3, a T/M ECU for controlling the power transmission device
5 (oil pressure control device 1), an S&S ECU for controlling
idling stop (start & stop (S&S)), and the like.

The ECU 7 is connected with various sensors in the vehicle
2, which are not shown in FIG. 1, receives detection signals
from various sensors, and thus can control driving of each
component of the vehicle 2 on the basis of these detection
signals. Particularly, for a purpose of improved fuel economy,
the vehicle 2 of this embodiment has a function to stop the
engine 3 when the vehicle 2 is stopped or traveling, that is, a
so-called idling stop function. In this embodiment, control for
executing the idling stop function when the vehicle is stopped
to stop the engine 3 is referred to as “stopped economy run-
ning control” while control for executing the idling stop func-
tion when a predetermined condition is satisfied during trav-
eling of the vehicle 2, such as deceleration during traveling, to
stop the engine 3 is referred to as “travel economy running
control” (also referred to as “idling stop travel”). The ECU 7
is configured to enable execution of the stopped economy
running control and the travel economy running control based
on various types of sensor information when the predeter-
mined condition is satisfied.

Next, a description will be made on a configuration of the
oil pressure control device 1 with reference to FIG. 2.

As shown in FIG. 2, as oil supply sources for supplying the
oil to each component of the power transmission device 5, the
oil pressure control device 1 includes two oil pressure pumps
that are a mechanical pump 31 of a mechanical type that is
driven by the driving of the engine 3 (hereinafter also referred
to as “Eng.”) and an electric pump 33 that is driven by driving
of a motor 32 that is operated by electricity. After the oil
reserved in a drain 34 of the oil pressure control device 1 is
filter by a strainer 35, the mechanical pump 31 and the electric
pump 33 can suction and compress the oil, and then discharge
and supply the oil to the power transmission device 5 via an
oil pressure passage 36.

The vehicle 2 of this embodiment is configured to enable
the execution of the idling stop function to stop the engine 3
in a case where the predetermined condition is satisfied when
the vehicle is stopped or traveling as described above, and the
electric pump 33 supplies the hydraulic oil (the oil) instead of
the mechanical pump 31 during the execution of such an
idling stop function, that is, when the engine 3 is stopped. The
electric pump 33 can drive the motor 32 according to a duty
signal EOP_Duty (control value) that is transmitted from the
ECU 7 and discharge the oil at the oil pressure that corre-
sponds to the duty signal EOP_Duty. The duty signal EOP_
Duty is a current value or a voltage value, for example, and a
discharge amount (oil pressure) of the electric pump 33 canbe
controlled by a magnitude of the signal. It should be noted
that the electric pump 33 can be used together with the
mechanical pump 31.

The electric pump 33 is communicated with the oil pres-
sure passage 36 via an outlet passage 37 that is connected to
a discharge port thereof. In addition, a check valve 38 for
preventing a reverse flow of the oil from the oil pressure
passage 36 to the electric pump 33 is provided on the outlet
passage 37.

The oil pressure passage 36 is provided with a primary
regulator valve 39. The primary regulator valve 39 regulates
the oil pressure that is generated by the mechanical pump 31
and the electric pump 33. The primary regulator valve 39 is
supplied with control pressure from an SLS linear solenoid
40. The SLS linear solenoid 40 is a solenoid valve for gener-
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ating the control pressure according to the current value that
is determined by the duty signal (duty value) transmitted from
the ECU 7.

The primary regulator valve 39 regulates the oil pressure in
the oil pressure passage 36 according to the control pressure
from the SLS linear solenoid 40. The oil pressure in the oil
pressure passage 36 that is regulated by the primary regulator
valve 39 is used as line pressure PL.

The primary regulator valve 39 can be configured such that,
for example, a spool valve in which a valve body (spool) ina
valve main body slides in an axial direction of a valve main
body to open or close the passage or to switch the passages
can be adopted, an input port is connected to the oil pressure
passage 36, a pilot port for receiving pilot pressure is con-
nected to the SLS linear solenoid 40, and an excess flow
generated by regulation of the line pressure PL is discharged
from an output port.

The mechanical pump 31 and the electric pump 33 are
connected to the C1 control system 18 (the forward/reverse
travel switching clutch C1 and the forward/reverse travel
switching brake B1) of the forward/reverse travel switching
mechanism 10 and the continuously variable transmission
mechanism 11 (the primary sheave oil pressure chamber 23 of
the primary sheave 20a and the secondary sheave oil pressure
chamber 24 of the secondary sheave 21a) via the oil pressure
passage 36 and can supply the oil pressure that is regulated by
the primary regulator valve 39 to be the line pressure PL
thereto.

Although not shown in FIG. 2, an the oil pressure control
circuit that can adjust the oil pressure supplied to the C1
control system 18 is provided between the oil pressure pas-
sage 36 and the C1 control system 18, and the oil pressure
control circuit is controlled by the ECU 7.

The oil pressure passage 36 that is connected to the con-
tinuously variable transmission mechanism 11 (the primary
sheave 20a and the secondary sheave 21a) is branched into a
first oil passage 36a for supplying the oil pressure to the
primary sheave oil pressure chamber 23 of the primary sheave
20a and a second oil passage 365 for supplying the oil pres-
sure to the secondary sheave oil pressure chamber 24 of the
secondary sheave 21a.

Of the oil passages just described, the second oil passage
365 is provided with a line pressure modulator (LPM) No. 1
valve (pressure regulator valve) 41. The LPM No. 1 valve 41
outputs the oil pressure that is generated by regulating the line
pressure PL as source pressure. The LPM No. 1 valve 41 is
supplied with the control pressure from an SLS linear sole-
noid 42. Like the SLS linear solenoid 40 of the primary
regulator valve 39, the SLS linear solenoid 42 is also a sole-
noid valve that generates the control pressure according to the
current value that is determined by the duty signal (duty
value) transmitted from the ECU 7.

The LPM No. 1 valve 41 is a spool valve, for example, and
outputs the oil pressure whose magnitude is reduced on the
basis of the oil pressure that is output from the SLS linear
solenoid 42 and is duty-controlled by the ECU 7 as the pilot
pressure as well as on the basis of the line pressure PL that is
introduced into the valve as the source pressure. The oil
pressure that is output from the LPM No. 1 valve 41 is used as
secondary pressure Pd and supplied to the secondary sheave
oil pressure chamber 24. Thrust of the secondary sheave 21a
is changed according to the secondary pressure Pd that is
supplied to the secondary sheave oil pressure chamber 24,
thereby increasing, or reducing the belt clamping force of'the
continuously variable transmission mechanism 11.

Itshould be noted that a pressure sensor 43 for detecting the
secondary pressure (belt clamping pressure) Pd is provided
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between the LPM No. 1 valve 41 and the secondary sheave oil
pressure chamber 24 on the second oil passage 365 and trans-
mits information on the detected secondary pressure Pd to the
ECU7.

A first gear change control valve 47 and a second gear
change control valve 48 are provided on the first oil passage
36a. The first gear change control valve 47 adjusts the oil
supply to the primary sheave oil pressure chamber 23 accord-
ing to driving of a first duty solenoid (DS1) 49 that is duty-
controlled by the ECU 7. The second gear change control
valve 48 adjusts the oil discharge from the primary sheave oil
pressure chamber 23 according to driving of a second duty
solenoid (DS2) 50 that is duty-controlled by the ECU 7.

More specifically, when the first duty solenoid 49 is oper-
ated, the oil is introduced from the first gear change control
valve 47 to the primary sheave oil pressure chamber 23, and
the primary sheave 20a then moves in a direction to reduce the
groove width of the primary pulley 20, thereby increasing a
running diameter of the belt 22 to upshift. When the second
duty solenoid 50 is operated, the oil is discharged from the
primary sheave oil pressure chamber 23 by the second gear
change control valve 48, and the primary sheave 20a moves in
a direction to increase the groove width of the primary pulley
20, thereby reducing the running diameter of the belt 22 to
downshift. As described above, it is possible to control the
gear change ratio of the continuously variable transmission
mechanism 11 by operating the first duty solenoid 49 and the
second duty solenoid 50.

A secondary regulator valve 51 is connected to an output
port of the primary regulator valve 39. Like the primary
regulator valve 39, the secondary regulator valve 51 is also a
spool valve and regulates the excess flow of the oil pressure
that is discharged from the primary regulator valve 39 accord-
ing to control pressure of an SLS linear solenoid 52 that is
duty-controlled by the ECU 7.

An L/U control system 53 for controlling the engagement/
disengagement of the lock-up clutch 94 of the torque con-
verter 9 is further connected to the output port of the primary
regulator valve 39, and is configured to regulate the excess
flow by the secondary regulator valve 51 when the excess flow
from the primary regulator valve 39 is generated and to supply
the regulated excess flow to the L/U control system 53 (or a
low pressure control system that can control at low pressure
than that in the continuously variable transmission mecha-
nism 11).

In addition, the secondary regulator valve 51 is configured
to enable supply of the excess flow that is further generated by
regulating the excess flow from an output, port for a purpose
of lubricating the each predetermined component in the
power transmission device 5. Although not shown in FIG. 2,
an oil passage is formed such that the excess flow supplied to
the /U control system 53 and the each component for the
purpose of lubrication returns to the drain 34 in the end.

The SLS linear solenoid 40 of the primary regulator valve
39, the SLS linear solenoid 52 of the secondary regulator
valve 51, and the SLS linear solenoid 42 of the LPM No. 1
valve 41 may be a single linear solenoid that is configured to
control the line pressure PL. and the secondary pressure Pd
(belt clamping force) by working together. Alternatively, they
may be separate linear solenoids that can independently be
controlled by the ECU 7 and that are configured to indepen-
dently control the line pressure PL and the secondary pressure
Pd (belt clamping force).

Furthermore, the SLS linear solenoid 40, the SLS linear
solenoid 42, and the SLS linear solenoid 52 may be config-
ured to generate the pilot pressure that is respectively input to
the primary regulator valve 39, the LPM No. 1 valve 41, and
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the secondary regulator valve 51 by using the line pressure PL,
of the oil pressure passage 36.

In this embodiment, of all the components of the vehicle 2
described above, at least the engine 3, the power transmission
device 5, the ECU 7, and the oil pressure control device 1
(particularly, the mechanical pump 31 and the electric pump
33) function as the vehicle control system according to this
embodiment.

In the vehicle 2 configured as above, the ECU 7 associates
the duty signal EOP_Duty that is the control value transmitted
to the electric pump 33 with the oil pressure that can be
generated by the electric pump 33 based on the duty signal
EOP_Duty and stores them. In other words, the ECU 7 is
configured to determine the duty signal EOP_Duty that is
necessary to output the desired oil pressure from the electric
pump 33 and transmit it to the electric pump 33, thereby
controlling the oil pressure that is output from the electric
pump 33.

Here, a corresponding relationship between the duty signal
EOP_Duty and the output oil pressure of the electric pump 33
(a characteristic of the electric pump 33) as described above
may change according to an oil temperature, individual dif-
ference in the electric pump 33, an operating state, aging, or
the like. In other words, even when the same duty signal
EOP_Duty is used, there is possible fluctuation of the oil
pressure that is actually output from the electric pump 33.

In view of the above, the ECU 7 is configured to learn and
update the characteristic of the electric pump 33. More spe-
cifically, the ECU 7 can execute learning control for correct-
ing the arbitral duty signal EOP_Duty based on a difference
between the belt clamping pressure that should be generated
by the electric pump 33 and an actual value (secondary pres-
sure (belt clamping pressure) Pd measured by the pressure
sensor 43).

Particularly in this embodiment, the ECU 7 is configured to
execute the learning control during the execution of the
stopped economy running control. During the execution of
the stopped economy running control, the electric pump 33 is
set to output the oil pressure, at a predetermined constant
value. The ECU 7 compares the secondary pressure (belt
clamping pressure) Pd that corresponds to the actual output
oil pressure of the electric pump 33 during the stopped
economy running control to a target value of the belt clamp-
ing pressure that should actually be generated on the setting,
and updates a magnitude of the duty signal EOP_Duty such
that the belt clamping pressure Pd converges to the target
value and that both the belt clamping pressure Pd and the
target value fall within a predetermined deviation range,
thereby learning the characteristics of the electric pump 33.

In addition, because a change in the oil flow rate by the gear
change operation or the pressure change caused by the cen-
trifugal oil pressure occurs during traveling of the vehicle 2,
there is a case where the belt clamping pressure cannot be
compared precisely and this leads to erroneous learning of the
characteristics of the electric pump 33. As described above,
like the stopped economy running control, the travel
economy running control stops the engine 3 and drives the
electric pump 33. However, unlike the stopped economy run-
ning control, the travel economy running control is executed
during the traveling of the vehicle. Therefore, in this embodi-
ment, the ECU 7 is configured to prohibit the learning control
of the characteristics of the electric pump 33 during the
execution of the travel economy running control and to enable
efficient learning.

If the learning control of the characteristics of the electric
pump 33 described above is uncompleted, a situation in
which the electric pump 33 cannot discharge the desired
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pressure can be considered. If the travel economy running
control for stopping the engine 3 and the oil supply from the
mechanical pump 31 is executed in such a situation, drivabil-
ity may be degraded due to the belt slippage during braking
that occurs when the sufficient belt clamping pressure cannot
be secured or due to degradation in responsiveness to reac-
celeration that occurs when the oil pressure for operating the
C1 control system 18 is insufficient.

Accordingly, in this embodiment, the ECU 7 is configured
to prohibit execution of the travel economy running control
when the learning control of the characteristics of the electric
pump 33 is uncompleted so as to prevent degradation in the
drivability. Similarly, because a learning state of the charac-
teristics of the electric pump 33 is unknown during the first
economy running control since the engine start (IG ON), it is
configured that the execution of the travel economy running
control is prohibited and only the stopped economy running
control is executed.

Next, a description will be made on the operation of the
vehicle control system according to this embodiment with
reference to FIGS. 3, 4. Processing of a flowchart of the
learning control of the electric pump 33 that is shown in FIG.
3 is repeatedly executed by the ECU 7 at predetermined
intervals, for example. A timing chart during the execution of
the learning control processing that is shown in FIG. 4 shows
time transitions of the vehicle speed, the engine speed, the
duty signal EOP_Duty (control value of the electric pump
33), the belt clamping pressure (secondary pressure Pd), a
learning flag, a learning completion flag, and a travel
economy running permission flag.

First, it is confirmed whether or not execution conditions of
the travel economy running control are satisfied (S101). The
execution conditions of the travel economy running control
include, for example, that an accelerator pedal or a brake
pedal is not operated, that a shift position is in a drive (D)
range, and the like. When the execution conditions of the
travel economy running control are satisfied, a process pro-
ceeds to a step S102, and when the execution conditions are
not satisfied, the process is terminated.

Next, when the execution conditions of the travel economy
running control are satisfied, it is confirmed whether or not
the execution conditions of the travel economy running con-
trol are satisfied for the first time in this time since the engine
start (IG ON) (S102). Ifthe conditions are satisfied for the first
time, the learning state of the characteristics of the electric
pump 33 is unknown, and thus the execution of the travel
economy running control is prohibited (S103).

If the satisfaction of the execution conditions of the travel
economy running control in this time is not the first time since
the engine start (IG ON), it is confirmed whether or not the
execution of the travel economy running control is permitted
on the basis of an EOP requirement (it is indicated in FIG. 3
that “travel economy running permitted by EOP require-
ment?””) (S104). Here, the “EOP requirement” is based on a
progress of the learning control of the electric pump 33, and
the permission or prohibition to execute the travel economy
running control is determined on the basis of the EOP require-
ment in steps S113, S114, which will be described below. A
reference that is used to determine whether or not the execu-
tion of the travel economy running control is permitted on the
basis of the EOP requirement is specifically a travel economy
running permission flag that is shown in FIG. 4. The travel
economy running control is permitted when the travel
economy running permission flag is ON (a solid line in FIG.
4), and the travel economy running control is prohibited when
the travel economy running permission flag is OFF (a broken
line in FIG. 4). If the execution of the travel economy running
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control is permitted on the basis of the EOP requirement, the
process proceeds to a step S105, and the travel economy
running control is executed (S105). On the other hand, if the
execution of the travel economy running control is not pei-
mitted on the basis of the EOP requirement, the execution of
the travel economy running control is prohibited (S103).

In other words, if it is determined in the step S102 that the
execution conditions of the travel economy running control
are satisfied for the first time in this time since the engine start
(IG ON), or if it is determined in the step S104 that the
execution of the travel economy running control is not per-
mitted on the basis of the EOP requirement, the execution of
the travel economy running is prohibited (S103). In this case,
it is next confirmed whether or not execution conditions of the
stopped economy running control are satisfied (S108). The
execution conditions of the stopped economy running control
include that the engine 3 is stopped in addition to the execu-
tion conditions of the travel economy running described
above, for example. If the execution conditions of the stopped
economy running control are satisfied, the stopped economy
running control is executed (S110). On the other hand, if the
execution conditions of the stopped economy running control
are not satisfied, the travel economy running permission flag
is set to be OFF (broken line in FIG. 4), and the execution of
the travel economy running control on the basis of the EOP
requirement is prohibited for the next time (S116).

Meanwhile, if it is determined in the step S104 that the
execution of the travel economy running control is permitted
on the basis of the EOP requirement, the travel economy
running is executed (S105), and the electric pump 33 (EOP) is
controlled (S106). At this time, the control value (duty signal
EOP_Duty) is determined, by reflecting a learned value (the
corresponding relationship between the duty signal EOP_
Duty and the output oil pressure of the electric pump 33) that
is based on the learning control of the electric pump 33 by the
end of the previous processing. In addition, the learning con-
trol of the electric pump 33 is prohibited during the execution
of the travel economy running control. The travel economy
running control and EOP control are repeated until it is con-
firmed in a step S107 that the vehicle 2 is stopped.

Inan example shown in FIG. 4, because the travel economy
running permission flag is ON at a time t1, the travel economy
running control is started, and the duty signal EOP_Duty as
the control value transmitted to the electric pump 33 starts
being output. The travel economy running control is executed
for a period until the vehicle 2 is stopped at a time t2. Because
a learning flag is not ON during this period, the learning
control of the electric pump 33 is prohibited. It should be
noted that the learning flag is a flag for indicating that the
learning control of the characteristics of the electric pump 33
can be executed and can be set ON under a condition that the
stopped economy running control is being executed, that the
belt clamping pressure during the stopped economy running
is larger than an EOP learning completion threshold (details
thereof will be described below), or the like, for example.

Then, if it is confirmed in the step S107 that the vehicle 2 is
stopped, it is next confirmed whether or not the execution
conditions of the stopped economy running control are satis-
fied (S109). If the execution conditions of the stopped
economy running control are satisfied, the stopped economy
running control is executed (S110). On the other hand, if the
execution conditions of the stopped economy running control
are not satisfied, the travel economy running permission flag
is set to be ON (solid line in FIG. 4), and the execution of the
travel economy running control on the basis of the EOP
requirement is permitted for the next time (S115).
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Ifit is confirmed in the steps S108, S109 that the execution
conditions of the stopped economy running control are satis-
fied, and the stopped economy running control is executed
(S110), the learning control of the electric pump (EOP) is
executed (S111). In the learning control, the control value
(duty signal EOP_Duty) is corrected such that the belt clamp-
ing pressure converges to the target value. The “target value”
is a minimum value required for the belt clamping pressure
during the execution of the stopped economy running control,
and can be set to a value at which the belt slippage does not,
occur when the engine 3 is restarted or to a value that is
sufficient to operate the C1 control system 18, for example.
The EOP leaning control is repeated until an engine restart
request is confirmed in a step S112.

In the example shown in FIG. 4, the learning control is
executed for a period from the time t2 to t3. At the time t2
when the learning control is started, the belt clamping pres-
sure has a larger value than the target value and the EOP
learning completion threshold. Then, at a time t4 during the
execution period of the learning control, the control value
(duty signal EOP_Duty) of the electric pump 33 is corrected
to be reduced, and the belt clamping pressure corresponds to
this and is changed to converge to the target value.

Then, if the engine restart request is confirmed in the step
S112, it is next confirmed whether or not the learning of the
electric pump 33 (EOP) is converged (S113). As a reference
that is used to determine the convergence of the learning, as
shown in FIG. 4, the “EOP learning completion threshold”
that is set on the basis of the target value of the belt clamping
pressure is used. If the belt clamping pressure during the
execution of the stopped economy running control falls
within a range between the EOP learning completion thresh-
old and the target value, it is determined that the learning is
converged. If it is determined that the learning is converged,
the travel economy running permission flag is set to be ON
(solid line in FIG. 4), the execution of the travel economy
running control on the basis of the EOP requirement is per-
mitted for the next time (S115), the engine 3 is started (S117),
and the processing is terminated.

On the other hand, if the belt clamping pressure during the
execution of the stopped economy running control does not
fall within the range between the EOP learning completion
threshold and the target value, it is determined that the learn-
ing is not converged. If it is determined that the learning is not
converged, it is next confirmed whether or not the belt clamp-
ing pressure is larger than the target value (S114). A reason for
inserting this determination block is that, because the belt
clamping pressure is located on a safe side from a perspective
of avoidance of the belt slippage or securement of respon-
siveness of the C1 control system 18 in a case where the belt
clamping pressure during the execution of the stopped
economy running control is larger than the target value, a
problem such as the belt slippage or degradation in the
responsiveness of the C1 control system 18 can be avoided
even if the travel economy running control is executed.
Accordingly, if the belt clamping pressure is larger than the
target value, the travel economy running permission flag is set
to be ON (solid line in FIG. 4) as in the case where the
learning is converged, the execution of the travel economy
running control on the basis of the EOP requirement is per-
mitted for the next time (S115), the engine 3 is started (S117),
and the processing is terminated.

On the other hand, in a case where the belt clamping
pressure is smaller than the target value, because a problem
such as the belt slippage may be occurred by the execution of
the travel economy running control, the travel economy run-
ning permission flag is set to be OFF (broken line of FIG. 4),
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the execution of the travel economy running control on the
basis of the EOP requirement is prohibited for the next time
(S116), the engine is started (S117), and the processing is
terminated.

In the example of FIG. 4, because the belt clamping pres-
sure is located between the EOP learning completion thresh-
old and the target value after the time t3, the learning flag is
returned to the OFF state, and a learning completion flag is
turned ON. The “learning completion flag™ is a flag for indi-
cating that the learning of the electric pump 33 is converged,
and is set to be ON when a requirement for determination of
the convergence that is illustrated in the above step S113 is
satisfied, for example. If the engine restart request of the step
S112 is present in this state, it is determined that the learning
of'the characteristics of the electric pump 33 is converged, and
the travel economy running permission flag is turned ON.

In addition, because the belt clamping pressure is larger
than the EOP learning completion threshold before the time
13, the learning flag is ON, and the learning completion flag is
OFF. Ifthe engine restart request of the step S112 is present in
this state, it is determined that the learning of the character-
istics of the electric pump 33 is not converged; however,
because the belt clamping pressure is larger than the target
value, the travel economy running permission flag is turned
ON.

A description will next be made on effects of the vehicle
control system according to this embodiment.

The vehicle control system of this embodiment includes:
the engine 3; the power transmission device 5 that transmits
the power from the engine 3 to the drive wheels 4; the
mechanical pump 31 that supplies the oil for operating the
power transmission device 5 to the power transmission device
5 by the driving of the engine 3; and the electric pump 33 that
supplies the oil to the power transmission device 5 by the
driving of the motor 32 when the engine 3 is stopped and the
mechanical pump 31 is stopped, and can execute the stopped
economy running control for stopping the engine 3 when the
vehicle is stopped and the travel economy running control for
stopping the engine 3 during the traveling of the vehicle. The
vehicle control system is configured to execute the learning
control to update the control value (duty signal EOP_Duty)
for controlling the oil pressure during the execution of the
stopped economy running control such that the actual oil
pressure (belt clamping pressure Pd in this embodiment) gen-
erated by the electric pump 33 converges to the target value
that should actually be generated and to prohibit the learning
control during the execution of the travel economy running
control.

If the learning control of the control value (duty signal
EOP_Duty) is executed during the execution of the travel
economy running control during a period when the engine 3
is stopped and the electric pump 33 is driven, the change in the
oil flow rate caused by the gear change operation during the
traveling ofthe vehicle or the pressure change by the centrifu-
gal oil pressure occurs to cause the information that corre-
sponds to the oil pressure generated by the electric pump 33 to
become inconsistent, and thus the erroneous learning may
occur. On the other hand, during the stopped economy run-
ning control, the stability of the oil pressure is secured.
Accordingly, by prohibiting the learning control during the
execution of the travel economy running control and by
executing the learning control during the execution of the
stopped economy running control, the learning can be
executed only in a period that is in a favorable condition in
terms of the learning control of the duty signal EOP_Duty,
and it is thus possible to prevent the erroneous learning of the
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characteristics of the electric pump 33 (corresponding rela-
tionship between the duty signal EOP_Duty and the output oil
pressure).

In addition, in the vehicle control system of this embodi-
ment, if the learning control is uncompleted, the execution of
the travel economy running control is prohibited.

With such a configuration, it is possible to prevent degra-
dation in the drivability such as the belt slippage or degrada-
tion in the responsiveness of the C1 control system 18 by
avoiding the execution of the travel economy running control
in a state that the electric pump 33 cannot output the desired
oil pressure, and thus to maintain the favorable driving state
even when the learning is uncompleted.

Furthermore, in the vehicle control system of this embodi-
ment, in a case where the oil pressure that is generated by the
electric pump 33 during the execution of the stopped
economy running control is larger than the target value, even
if the learning control is uncompleted, the execution of the
travel economy running control is permitted.

In the case where the oil pressure that is generated by the
electric pump 33 during the execution of the stopped
economy running control is larger than the target value,
because the oil pressure to be supplied to the power transmis-
sion device 5 is sufficiently secured, a possibility of the occur-
rence of the belt slippage or the like during the travel economy
running control is low. Accordingly, in such a situation, by
allowing the execution of the travel economy running control
even when the learning is uncompleted, it is possible to
improve the fuel economy before the completion of the learn-
ing and thus to maintain the favorable driving state.

Moreover, in the vehicle control system of this embodi-
ment, if the execution conditions of the travel economy run-
ning control are satisfied for the first time since the engine
start, the execution of the travel economy running control is
prohibited. With such a configuration, in the situation in
which the learning state of the characteristics of the electric
pump 33 is unknown (when the execution conditions of the
travel economy running control are satisfied for the first time
since the engine start), it is possible to maintain the favorable
driving state by avoiding the travel economy running control
that may worsen the driving state.

[Second Embodiment]

A description will be made on a second embodiment of the
present invention with reference to FIGS. 5, 6. FIG. 5 is a
flowchart for showing the learning control processing of the
electric pump 33 that is executed by the vehicle control sys-
tem according to the second embodiment of the present
invention, and FIG. 6 is a timing chart for showing one
example of the learning control of the electric pump 33
according to the second embodiment of the present invention.

As shown in FIG. 5, the vehicle control system according
to this embodiment differs from that of the first embodiment
in a point that the ECU 7 is configured to prohibit the execu-
tion of the travel economy running control when the learning
control of the characteristics of the electric pump 33 is
uncompleted and when a fuel consumption amount for gen-
erating the oil pressure of the electric pump 33 is larger than
a fuel consumption amount that is generated in a case where
the execution of the travel economy running control is pro-
hibited.

In other words, if the learning control of the characteristics
of the electric pump 33 is uncompleted and the actual belt
clamping pressure is larger than the target value, the electric
pump 33 outputs the excess oil pressure when compared to
the desired oil pressure as the deviation therebetween
increases. Then, as a degree of excessiveness of the oil pres-
sure increases, the wasteful electric power is consumed for
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driving the electric pump 33, the wasteful fuel is consumed
for generating the electric power, and, as a result, the fuel
economy may be degraded. In view of this, in this embodi-
ment, if a comparison is made between the fuel consumption
amount when the travel economy running control is executed
(loss of fuel economy by the excess driving of the EOP) and
the fuel consumption amount when the travel economy run-
ning control is prohibited (loss of fuel economy by prohibi-
tion of the travel economy running), and the fuel economy is
not improved by the execution of the travel economy running,
the execution of the travel economy running control is pro-
hibited.

In the flowchart of the learning control processing of the
electric pump 33 thatis shown in FIG. 5, a step S215 is added
to the flowchart of the firstembodiment in FIG. 3. It should be
noted that the steps S201 to 214, S216 to 218 in FIG. 5 are
same as the steps S101 to 117 in FIG. 3 and that the descrip-
tion thereof will not be repeated.

In the step S215, if it is determined in a step S213 that the
learning of the electric pump 33 is not converged and it is
determined in a step S214 that the belt clamping pressure is
larger than the target value, it is further confirmed whether or
not the loss of fuel economy by prohibition of the travel
economy running is larger than the loss of fuel economy by
the excess driving of the EOP. More specifically, as shown in
FIG. 6, it is determined by setting an EOP excess driving
threshold for the belt clamping pressure and by comparing the
EOP excess driving threshold with the belt clamping pressure
during the execution of the stopped economy running control.
The EOP excess driving threshold is a threshold that indicates
a value of the actual belt clamping pressure at which the fuel
consumption amount when the travel economy running con-
trol is executed (loss of fuel economy by the excess driving of
the EOP) matches the fuel consumption amount when the
travel economy running control is prohibited (loss of fuel
economy by prohibition of the travel economy running), and
is set to have a larger value than the EOP learning completion
threshold as shown in FIG. 6, for example.

When the belt clamping pressure is larger than the EOP
excess driving threshold, it is determined that the loss of fuel
economy by the excess driving of the EOP is larger than the
loss of fuel economy by prohibition of the travel economy
running and that the loss of fuel economy is increased if the
travel economy running control is executed, the travel
economy running permission flag is set to be OFF, the execu-
tion of the travel economy running control on the basis of the
EOP requirement is prohibited for the next time (S217), the
engine is started (S218), and the processing is terminated.

In an example shown in FIG. 6, the belt clamping pressure
is reduced to the EOP excess driving threshold at a time t5 in
a period during which the stopped economy running control
is executed. Because the belt clamping pressure is larger than
the EOP excess driving threshold in a section from a time t2
to t5, the travel economy running permission flag is set to be
OFF even with the engine restart request in this period, and
the execution of the travel economy running control on the
basis of the EOP requirement is prohibited for the next time.

Returning to FIG. 5, on the other hand, if the belt clamping
pressure is smaller than the EOP excess driving threshold, it
is determined that loss of fuel economy by the excess driving
of the EOP is smaller than the loss of fuel economy by
prohibition of the travel economy running and that the loss of
fuel economy is reduced if the travel economy running con-
trol is executed, the travel economy running permission flag is
set to be ON, the execution of the travel economy running
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control on the basis of the EOP requirement is permitted for
the next time (S216), the engine is started (S218), and the
processing is terminated.

In the example shown in FIG. 6, because the belt clamping
pressure is smaller than the EOP excess driving threshold
after the time t5, the travel economy running permission flag
is set to be ON with the engine restart request in this period,
and the execution of the travel economy running control on
the basis of the EOP requirement is permitted for the next
time.

As described above, in the vehicle control system of this
embodiment, if the fuel consumption amount for generating
the oil pressure of the electric pump 33 is larger than the fuel
consumption amount that is generated in the case where the
execution of the travel economy running control is prohibited,
the execution of the travel economy running control is pro-
hibited. With such a configuration, even when the learning of
the characteristics of the electric pump 33 is uncompleted,
whether or not the travel economy running control is executed
can be determined on the basis of a reference to reduce the
loss of fuel economy, and thus it is possible to further improve
the fuel economy even before the completion of the learning
of the electric pump 33.

[Third Embodiment]

A description will be made on a third embodiment of the
present invention with reference to FIG. 7. FIG. 7 is a flow-
chart of the learning control processing of the electric pump
33 that is executed by the vehicle control system according to
the third embodiment of the present invention.

As shown in FIG. 7, the vehicle control system according
to this embodiment differs from those of the first and second
embodiments in a point that the ECU 7 sets the control value
of'the electric pump 33 (duty signal EOP_Duty) such that the
oil pressure (belt clamping pressure) that is generated by the
electric pump 33 during the execution of the stopped
economy running control is at least larger than the target value
when the travel economy running control is executed for the
first time since the engine start.

As shown in the steps S102 to S103 of FIG. 3 and the steps
S202 to S203 of FIG. 5, in the first and second embodiments,
if the execution conditions of the travel economy running
control are satisfied for the first time in this time since the
engine start (IG ON), the learning state of the characteristics
of'the electric pump 33 is unknown, and thus the execution of
the travel economy running control is prohibited. On the other
hand, in this embodiment, as shown in steps S303, S304 of
FIG. 7, even if the execution conditions of the travel economy
running control are satisfied for the first time in this time since
the engine start (IG ON), the travel economy running is
executed (S303), and the electric pump 33 (EOP) is con-
trolled (S304). However, the control value (duty signal EOP-
_Duty) at this time is set to be a relatively large value (or
maximum value) such that the oil pressure (belt clamping
pressure) output from the electric pump 33 during the execu-
tion of the stopped economy running control is at least larger
than the target value.

It should be noted that, in the flowchart shown in FI1G. 7, the
processing in the steps S102 to S103 of FIG. 3 is changed to
the processing in the steps S302 to S304 and that the rest of the
processing is the same as that in the flowchart of FIG. 3. The
same change can be made to the steps S202 to 203 in the
flowchart of FIG. 5.

As described above, in the vehicle control system accord-
ing to this embodiment, when the travel economy running
control is executed for the first time since the engine start (IG
ON), the control value (duty signal EOP_Duty) of the electric
pump 33 is set such that the oil pressure (belt clamping

10

20

30

40

45

18

pressure) generated by the electric pump 33 during the execu-
tion of the stopped economy running control is set to be at
least larger than the target value. With such a configuration,
even when the progress in the learning of the characteristics
of the electric pump 33 is unknown, the possibility of the
occurrence of the belt slippage or the like can be lowered by
sufficiently securing the oil pressure that is supplied to the
power transmission device 5, and it is thus possible to execute
the travel economy running control while maintaining the
favorable driving state.

A description has been made so far on the preferred
embodiments of the present invention; however, the present
invention is not limited by these embodiments. The present
invention may be made by combining the plurality of the
embodiments described above, or each element of the
embodiments can be changed to another element that can
easily be exchanged by those skilled in the art or to another
element that is substantially the same.

In the above embodiments, the belt-type continuously vari-
able transmission mechanism 11 is adopted as one example of
the transmission; however, any transmission can be adopted
as long as the transmission can be driven by the oil pressure
that is generated by the mechanical pump 31 and the electric
pump 33 and that can transmit the rotational torque of the
drive wheel side to the engine side during the idling stop
control, and may be a manual transmission (MT), a stepped
automatic transmission (AT), a toroidal continuously variable
transmission (CVT), a multimode manual transmission
(MMT), a sequential manual transmission (SMT), a dual
clutch transmission (DCT) or the like.

In addition, in the above embodiments, as a clutch that is
hydraulically controlled together with the transmission (Con-
tinuously variable transmission mechanism 11) by the oil
pressure control device 1, the C1 control system 18 (forward/
reverse travel switching clutch C1 and forward/reverse travel
switching brake B1) of the forward/reverse travel switching
mechanism 10 is illustrated; however, any clutch other than
the forward/reverse travel switching mechanism 10 can be
used as long as it can cut off the rotational torque between the
engine and the drive wheel side in a disengaged state and can
transmit the rotational torque of the drive wheel side to the
engine side in an engaged state during the idling stop control.

Furthermore, in this embodiment, the belt clamping pres-
sure Pd is used as the output of the electric pump 33; however,
any information such as the line pressure PL or the like can be
used as long as the information corresponds to the fluctuation
in the oil pressure that is generated by the electric pump 33.
Similarly, the electric pump 33 may be configured to include
a pressure sensor in the discharge port thereof to directly
measure the oil pressure that is generated by the electric pump
33.

DESCRIPTION OF THE REFERENCE
NUMERALS

3: engine

4: drive wheel

5: power transmission device

31: mechanical pump

33: electric pump

7: ECU

EOP_Duty: duty signal (control value)

Pd: belt clamping pressure

What is claimed is:

1. A vehicle control system capable of executing stopped
economy running control for stopping an engine when a
vehicle is stopped and travel economy running control for
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stopping the engine during traveling of the vehicle, the
vehicle control system comprising:

an engine:

apower transmission device that transmits power from the
engine to a drive wheel;

a mechanical pump that supplies oil for operating the
power transmission device to the power transmission
device by driving of the engine; and

an electric pump that supplies the oil to the power trans-
mission device by driving of a motor, wherein

learning control for updating a control value for controlling
oil pressure is executed so that actual oil pressure gen-
erated by the electric pump converges to a target value
during execution of the stopped economy running con-
trol, and the learning control is prohibited during execu-
tion of the travel economy running control.

2. The vehicle control system according to claim 1,

wherein

when the learning control is uncompleted, the execution of
the travel economy running control is prohibited.

3. The vehicle control system according to claim 2,

wherein

even when the learning control is uncompleted, the execu-
tion of the travel economy running control is permitted
in a case where the oil pressure generated by the electric
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pump during the execution of the stopped economy run-
ning control is larger than the target value.
4. The vehicle control system according to claim 3,
wherein
when a fuel consumption amount for generating the oil
pressure of the electric pump is larger than a fuel con-
sumption amount generated when the execution of the
travel economy running control is prohibited, the execu-
tion of the travel economy running control is prohibited.
5. The vehicle control system according to claim 1,
wherein
when an execution condition of the travel economy run-
ning control is satisfied for the first time since the engine
start, the execution of the travel economy running con-
trol is prohibited.
6. The vehicle control system according to claim 1,
wherein
when the travel economy running control is executed for
the first time since the engine start, the control value of
the electric pump is set such that the oil pressure gener-
ated by the electric pump during the execution of the
stopped economy running control is at least larger than
the target value.



